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DESCRIPTION OF SUPERSTRUCTURE TYPES

The following is a list of superstructure types that are most commonly used:

1. Concrete slab spans (precast or cast-in-place)
a) Solid
b) Voided

2. Precast-prestressed concrete girder spans

3. Steel

a) Rolled Beam Span
b) Welded Plate Girder Span
1)  Multi-Girder Frame
2)  Girder, Floorbeam, Stringer Frame
4, Steel horizontally curved girder span (plate or box girder)
5. Precast-prestressed concrete box girder span
6. Movable bridges

Slab span bridges are the most common bridge type and are generally used at stream
crossings where span requirements are not critical and aesthetics are not a major concern.
This is generally the most economical bridge type for bridges to 120 m in total length and
even longer depending on pile lengths. Cast-in-place slab spans have been the norm for
on-system bridges while precast slab spans are generally used on parish off-system bridges.

Voided slabs are used where 12 m spans are required with depth limitations. Please note
that a method to drain and vent each void to prevent water and methane gas accumulation
is required.

The next most common bridge type is the concrete precast prestressed concrete girder
span, which is used for stream crossings with span requirements exceeding slab span
capability, for grade separation structures, and approaches to high level structures.



Rolled beams are used primarily in rehabilitation projects. For new construction, rolled
beam spans are seldom used, except for spans where depth limitations are insufficient or
inefficient for prestressed girder spans.

Steel plate girder spans are used for longer spans such as river crossings or grade separation
structures that require span lengths in excess of 40 m. Steel box girders are occasionally
used in urban areas for aesthetics. The box girder's effectiveness in resisting torsion makes
it suitable for horizontally curved girders with long or tightly curved spans. However, I-
girders are preferable unless box girders are necessary.

In urban areas where an elevated roadway is required, the precast concrete box girder may
be considered in special cases where aesthetics and right-of-way restrictions are critical.

Movable bridge types are discussed in Chapter 12.



BRIDGE RAILING
HISTORY

Since 1928 AASHTO has provided various specifications to address the design and details
of bridge railings.

Understanding the evolution of these specifications over the many years is instrumental to
the comprehension of the specifications in AASHTO as they appear today.

The reason for a dramatic change in bridge railing specifications has been the need to
adapt to the changes in the auto-industry and the wide variety of vehicles, which are
present on our highways. In the sixties, AASHTO defined the primary purpose of bridge
railing as the ability to contain the average vehicle. The application of the 10 kip load was
established for the design of such railing and it remained the primary criteria in AASHTO
through the eighties.

Multiple fatality truck and school bus accidents involving bridge railing, throughout the
nation, focused the bridge engineer's attention on whether the 10 kip load closely
represented the real life impact loads. The load indicator walls in the crash test sites
suggested that the actual loads are in the range of 30 to 200 Kips.

In August 1986, FHWA required the full scale crash testing of all bridge rails that are to be
used on the federal aid projects. At the same time AASHTO requested the FHWA to assist
them in the development of a new bridge rail specification.

THE 1989 GUIDE SPECIFICATION

In 1989 AASHTO adopted a Guide Specification for Bridge Railing. This specification is
intended to be a basis for the design of prototype bridge railings that are to be crash tested,
and for the design of one-of-a-kind bridge railing where the cost of crash test program may
not be justified. The Guide Specification is based on a multiple performance levels’
theory, which basically requires a different rail for a different situation. There exist five (5)
primary performance levels in this publication. These performance levels are as follows:

PL1 PL2 PL3 PL4 PLAT
Cars & Pick-up Single unittrucks  Tractor trailers 18 Wheeler Tanker trucks
trucks
5,400 Ibs. & less 18,000 Ibs. 50,000 Ibs. 80,000 lIbs. 80,0007 Ibs.
(2450 kg) & less (8165 kq) (22 680 ko) (36 285 ko) (36 2857kg)

The Guide Specification contains criteria based on which appropriate performance level is
selected. In addition, this publication specifies the various design loads and their strategic
locations on the railing for when an analysis is required.



AASHTO LRFD BRIDGE SPECIFICATIONS

In 1994 AASHTO published its first series of LRFD Specifications, both in English and
metric units. There exists great similarity between the LRFD railing specification and the
Guide Specification. In fact the performance levels and the design loads have been
extracted from the Guide Specification and placed in the LRFD Specifications, with the
exception that the LRFD offers step by step design criteria and analysis procedures for
various bridge railings.

LOUISIANA PRACTICE

Louisiana’s primary bridge rail in recent history has been the New Jersey safety shape
made of reinforced concrete and in special cases, steel plates. This particular shape has
been successfully crash tested for performance level (PL-2). The most recently developed
safety shape is referred to as the F-shape. This shape, although not much different than the
Jersey shape, has proven to gain a slight advantage over the Jersey shape in redirecting the
8165 kg (18000 Ib.) vehicle. For this reason Louisiana has opted to gradually eliminate the
use of the New Jersey shape and adopt the F-shape for use on new projects. The
application of the F-Shape shall begin with the metric plans. Another advantage in the
adoption of the F-shape is the fact that it is the only safety shape that has been crash tested
for PL-3 at 1070 mm (42 inch) height.

SELECTION AND DESIGN CRITERIA

Selection of the performance level for all new projects or major rehabilitation projects such
as redecking of an existing bridge shall be in accordance with the 1989 AASHTO Guide
Specifications and the latest LRFD Specifications. All bridge rails shall be an approved
crash tested rail for the specific performance level. All plan details and designs shall also
be in accordance with these specifications. The 810 mm barrier (F-shape PL-2) is currently |
the standard rail being used on nearly all bridges. When a PL-3 bridge rail is warranted by
the AASHTO Guide Specifications, a 1070 mm F-shape is the preferred rail unless the
designer deems necessary to use a different rail. When detailing the slab and its
reinforcing steel supporting the bridge rail, the minimum slab thickness shown on the
crash tested detail shall apply. If thicker slabs are utilized for other design reasons, the
reinforcing steel shown in the crash tested detail may be reduced to that amount which
provides the same or a greater ultimate moment capacity as the crash tested detail.
Additional reinforcing steel may also be required for reasons other than the crash tested
guantity, i.e., when using a wider sidewalk than what is shown on the detail. Under the
majority of situations, the "F" shape is the bridge rail of choice, however, there are several
other crash tested rails which may be applicable. A side mounted open rail system and a
solid concrete vertical wall rail is shown here for a PL-2 application. Open rail systems are
particularly useful where sight distance, bridge drainage and aesthetics may be of concern.
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Although open rail systems are usually more expensive, they can significantly improve
visibility and drainage.

Steel plate barriers formed to an F-shape are used on movable bridges with steel grid floor.

Additionally, crash tested combination traffic-pedestrian railing is shown here for both PL-1
and PL-2. In majority of cases a combination railing is applied in design speeds of 75 km/h
or less, and unless the percentage of truck traffic is high, a PL-1 rail is suitable. However,
just as bridge traffic railing, AASHTO Guide Specification shall be used to arrive at the
proper performance level for the combination railing. The PL-1 and PL-2 combination
railing shown here have been crash tested with a 205 mm curb and a 1525 mm wide
sidewalk. The more desired sidewalk width is 1830 mm, and the expert's opinion is that
the wider sidewalk will practically enhance the rail performance, as long as the curb height
is not increased. The reinforcing steel shown in these details is adequate to resist the crash
loads. However, if the sidewalk width or other configuration change, the reinforcing steel
and members supporting the sidewalk shall be designed accordingly.

For information on bridge railing end treatments, impact attenuators, roadway barriers, and
temporary barriers see Chapter 11, "Barrier and End Treatment Systems".

Miscellaneous Details

A 15 mm open joint is provided in the concrete barrier every 6 to 10.5 m for expansion
and contraction. This joint need not be sealed where open deck drainage is not allowed (it
is expected to dam itself with debris). For unusual conditions, the engineer could require
150 mm PVC waterstops.

The gap between adjacent barriers at expansion joints shall not exceed 140 mm maximum
unless a sliding armored plate is employed to close off the opening.

Rail transition is an important aspect of design involving engineering judgement. The ends
of the bridge rail must be protected with some type of transition such as guardrail or other
end treatment. Guardrail should be in accordance with latest Standard Plans GR-200 (M),
GR-201(M), and GR-202(M). In cases where new construction ties to existing construction
there must be adequate transition between sections of F-shape barrier and Brush Curb Rail
used on earlier bridges.

Impact attenuators with back up blocks must be designed for gore areas with oncoming
traffic or where typical guardrail can not be used. See the section for crash cushions
(impact attenuators) for design.



Bridges in Urban Areas

For bridges with curbed roadway approaches and without sidewalks, F-shape barrier will
generally be used with a 1220 mm offset from the edge of travel lane. The roadway curbs
will be flared out and discontinued at the guardrail ends. However, in some instances it
may be necessary to extend the flared curb behind the guardrail to provide for drainage.
This is particularly true when bridge end drains are required.

For bridges with curbed roadway approaches and sidewalks or bikeways, the curb and
sidewalk (or bikeway) shall be carried through the bridge. A vertical face parapet with
pipe rail is generally used on the outside of the sidewalk, and must meet the requirements
for "Combination Rail" mentioned in the AASHTO Bridge Specifications. The guardrail
standard will apply and the guardrail shall be placed on the outside of the sidewalk. For
higher design speeds, a barrier rail shall be required to separate the sidewalk from the
travel lane, and a pedestrian or bicycle rail shall be used on the outside of the sidewalk.
The guardrail standard shall apply and the sidewalk will be flared out behind the guardrail.

For bridges with design speeds of 70 km/h or less, for barrier end treatment, and sidewalk
and curb placement, see EDSM 11.3.1.4.
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TYPICAL PART SECTION THRU BRIDGE
SHOWING GRID FLOORING AND MEDIAN BARRIER

(F-SHAPE)

STEEL MEDIAN BARRIER

I OF 2
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180 50, 155

. NO. 15 @ 200 mm CTRS.
Ol
o[>
O — |~
©
Tgb In?m@CTRS. NO. 15 (TYP.)
Te)
[Te]
o 40
CLR.
40
0 (MIN.)
N~
\ 1T——— - -~ 1N
NO. 15 —o _
- T 300 (TYP.) T SE
) (] \_ ) ) [ N
A /
300 (TYP. UNLESS \ 430 240
OTHERWISE NOTED) \
NO. 10 @ 190 mm CTRS.
NOTES:

I) CONCRETE TO BE CLASS AA
2) REINFORCING STEEL TO BE GRADE 420

NEW JERSEY SHAPE
(PL-2)

S5 (195)




¢ 40 |
(1-71d)

"SYLD WW ObZ ® GI “ON (7 2
ATVYM3AIS 7 9NIIvY e |
09t 7 ("L09) $
0l "ON w////
4
213 (® <2
= | O
Z |8 — o ° - | o) e
NI o Eotu avy W se /
- o Sle o1 oN2
'SY1D Ww 091 ® Ol "ON Do
NMOHS SV R
030V1d S¥ve
"ONOT S1 "ON 9 N N—c5¢ &3
[}l
© "SYLD ww 02|
4710 410 ® Sl "ON
CXVA) SYILNID ov £ T 0s
ww 000 O 1V G34IN03Y 39V SLINIOF (8 \ / (31THINOS N Ww 062
| 030038W3) S1109 YOHONY
“INIOP N3dO WOYd4 Ww 000G NIHLIM | _ WGZE-V Ww 0SE X 91N
d3M0T1IV 34V S3DIT4S ON "1S0d N o
1S34V3IN WOY¥H4 WW 00S S3J171dS o S
40 Y3IN3D HLIM Ww 0009 1V | o %2 $34071S MIVM3IAIS
ATIVOIdAL 39V SIS VY (L ,/////////////
"'SYILIN ALYIHL @33DX3 LON TIVHS n%wwn.l . T
LN3WO3S T1vY 3HL 40 HLION3T 3HL (9 T | 108 avaH annoy
‘NOILVOIdEV 4 4314V Q3IZINVAIVYO ww oee x ¢IN
03ddI-10H 38 1IVHS IYYMOUVH —
ANV 133LS WANLONYLS 1V (S 2 //////////////
‘W602-V 39 0L 133LS TVENLONYLS (b * v 9X92XE0 ]
ONIGNL IVHNLONYLS
IVIY3LYAN 8 3QVHO ‘WO0S-V
WLSY SI ONIGNL IVdNLONYLS 1V (€ e I
ol — —qV -
*7331S 030 40 _

NOILO310dd NOISOYH40D HOLVIN OL ANV
02t 3Avyd 39 0L 7133LS ONIDYOAINITY (2

vV SSVI0 39 0L 3L3YINOD (I
‘S31ON

////cx<§ 'SYLD Ww 0002 ®

8'Xx20 1%X20 |
ONIGNL TVdNLINILS

5 (1e)



¢ 40 2
(1-71d)

AIVM3EAIS 7 ONITIvY

3LVd ww Ol NI
S3TIOH ¢ ww ¢|

30171dS TTYNY3LNI JLVv1d NOL11049

00s

38NL ¥431N0 NI
S370H Q3L1071S
ww 8¢ X ww ¢|

‘39Nl 431N0 NI
S370H Q3L1071S
ww 8¢ X Ww ¢ |

N

m \\
.n_>._.V|B|\

'39NL Y3NNI NI
S3T0H ¢ WW ¢ | ——

S
‘dAl 009

3017dS 1IvY Ly ww 9

d3IHSYM LV14 ANV
1AN X3H HLIM M3HOS dVvD
ww py x OIN

[~ 3dIs HOV3
00G X L¢xOl d

NOL10G 8 401
006G X L¢xOl Td

v/’ IN3IW3T3 TIvy

JA33TIS Y3ANNI 40

SNOISNINIQ Q3HSINIA

£8

PAS

5 (17)



¢ 40 ¢
(1-"1d)

ATIVM3EAIS 7 ONI1IvY

'SININO93S 3FHL 40 ON3 3HL 1V

SNVdS OML LSV 3HL NO d3mO71v 39 1ON
TIVHS S30171dS 11vd 'SINIOd 431VNO NVdS
1V NOILO3NNOD 40 Y3LN3ID HLIM ww 0009

AY3AT LV 34V S3OI1dS T1Ivyd JLVIAIWYILNI

310N
lvli3ad 31vld 3svg
LINIANOITY T1VY
¥04 3T0H Q3LL07S
ww 62 x 02
N
[e0]
p
_ _ 3I0H ¢
n o ww Gg
S o | _
sniavy
\-nl\ o — ww g
J
W
® _ 2l s

13dvdvd

\
vid3sve — T ]

ww g |

370H ¢ ww 9|
40 3NITY3ILNTD

XYN "SYLO WwW 0002 ®
8'*x20 1x20 |
ONIgGNL IvdNLIONYLS

SGe

¥0¢

\

IS

5 (18)



¢ 40 |

(2-71d) |

GGe

N\
N

ATNVM3EAIS 7 ONIIVY

'SYLO Ww Obe ® GI 'ON

09%

ﬁoz 9
Y

—=_o—

CNIN)
G0¢

‘avyd se
‘ON £

[
(-]
¥10

‘a3sn 38 NvO ww OGS| 40

Ges

HLAIM Ww G2g|

HLAIM WNAWININ Vv ‘030IA08d 38 LON NVO

"INIOM N340 WOY4 wuw 000S NIHLIM
A3IMOTIV 34V S3011dS ON  "LSOd LS3IYV3IN
NOY4 wWw 000G 3J[17dS 40 Y3LN3ID HLIM

3FY3IHM 1SIX3 SNOILIONOD 4l (8

¥

(6)4

NMOHS Sv d30V7d

Syva

Gl 'ON 9

(o))
© ol

ww oc¢l

'SY10
©® SI 'ON

X 0081

14

ww 0009 LV ATIVIOIdAL 34V S3IDIHS 11vY (L

019

ww 000 0¢ 1v d34IN034 3JdV SLINIOr (9

‘NOILvOlddv4

4314V Q3IZINVATIVO d3ddId LOH 389 T1VHS 'SY1d

5 (19)

0401

ww Q91 ™
@ 0l "ON

JYYMAYVYH ANV 133LS IvdNLIOINYLS 171V (S %< S3d071S M1vm3adls

‘We0.Z-v 38 0L 133LS 1vdNLINylLs (v

TIVIY3ILVYN G 3aVvyo
NOOG-V WL1SV SI ONIGNL IvdNLONYLS 11V (¢

(31340NOD NI ww 0Ge
d30d39nW3) S17109 YOHONY

133LS %030 40 G2¢ -V WW O%¢ X 9N

NOI1231L04dd NOISOH400 HOLVN OL ANV
02t 3avyd 39 OL T133LS ONIDYO4NIZY (2

60v

VV SSVT10 38 0L 31340N0DJ (

*‘S3LON ==

'SYLD XV wWw 0002 ®
8’20 1%20 |
ONIGNL IvdNLONYLS

p°9%9, %20
ONIGNL TVHNLONYLS
11108 Qv 3r gnnos dv0 43073M WIS wWw g

ww gce x 21N




¢ 40 ¢
(2-1d)

ATIVM3AIS 7 ONITIvY

J1Vid ww Ol NI
S3TIOH ¢ ww ¢|

30177dS TTVNY3ILNI

31vd NWOL109

o
o
o
O
o
Te]

39N1 ¥31N0 NI
S3T0H @311071S

ww 8¢ x ¢

3gNL 431N0 NI
S3710H Q31107S
ww gg x ¢

.a>H/\|N_|®xm \\\_

38NL ¥3NNI NI
S3TIOH ¢ WW ¢ | —

“dAL 006 S

30I1dS Ivy 1V ww 9

H3IHSVYM LVvT14 ANV 1NN
X3H HLIM M3HIOS dVvO
ww tH X OIN

~ 3dIs HOV3
00S X 0%01 1d

NOLL10G ANV dOL
006 x L¢xO1 Td

v/’ IN3IW3T3 Ivy

3A337S ¥3NNI 40
SNOISN3INWIA G3HSINIAS

=

€8

5 (20)



¢ 40¢
(2-71d)

AIVM3EAIS 7 ONIIvY

13dvyvd
'SININ93S FHL 40 ON3I IHL LV
SNVJS OML LSV 3HL NO d3MOT1IV 39 LON 31vd 3sve \ /
TIVHS S3DITdS VY "SINIOd ¥3LYVNO NVdS ww g — = | | 1]

1V NOILD3NNOD 40 ¥3LNID HLIM ww 0009 [ [

A83AT LV 34V S3IDITLS vy ILVIAINYILNI | |

310N _ _

9 [ [

[ [

[ [

[ [

[ [

V130 3LVvd 3svE | |
D
[ [ 32

[ [

INIANDITY TIvY [ [

30H ¢ Www 9|
404 370H Q3L107S

W es x 03— 40 3INITYILNID | |

[ [

N [ [

[ [

p _ [

_ [

- [ [

- m

; L 370H | |

R _ _ ¢ W ce | |

n o 1 |
3 'SYLD XV WWw 0002 ®
8'%%201%20 | o
ONIgNL IvdNLONYLS o
— sniavy
\.ﬂI\ - e
( )
% 2l 2g

912

S (21)



€ 30 1
1Ivd d3LNNOW 3AlS 1S0d 11vd 1V NOILD3S
g
g9-9 NOILD3S 06 X $'9X9/x2G|
39NV1d WoLlog Z\#J ONIgNL 13318 081 x 051x21 d
S3T0H 3L107S
ww g X 02 | 06|
La 3 ——]{|-an
I YIHSYM | Sy
4\ 207 ANV 1V HLIM |
$17109 HOHONV +9 1w _} Y ~
S31ONV NI OLHSVV Ww 0GI X 91N N 2B
S3TOH ¢ ww 0g N I o Zo
o Wv — | a -
I _ I
o -
- g k| - o=
LAN ONV ¥3HSYM Lv74 \ |9 b |© 5] Wv |
‘1708 591N OLHSVV bl -
ww 08 x 2ZW i A% _
YIHSV M _
201 X $'9X201%2G |
. s6 |[ 6 M0 ANV LV14 HLIM
X X |
0'61%201%251 1 o108 HOMINY 59 1N oNIgNL 133LS
OLHSYV WWw 00Z X t2W »
(@}
7o £°9X20 1 X2G | &
ONIgNL 1331S
1SOd NI S3TOH 3L107S
N WW Ob | X 2 8 SIIONY
o NI S3TOH ¢ ww vz
R S & ﬂ-.lll N o
|RV| %w © P
YIHSYM 3007
ANV 1v714 HLIM $1708 ONIIVIS WW SO61 LY
aV3IH ANNOY WLOE-V WW 0921 X 18X0G | M =
WLSY WW QG| X 22 $8IN OLHSYY —=] o
¥O4 SITOH & Ww g
& °
I ==
/va. - — n
— o o
$ $ o w [&N)
[ =D
e \k’ \ﬁﬂl -+ o
\ "4 o o
o
06 = © _ g 6°LX201 X602
] == ONIgNL 133LS

[Te)
<

5 (22)




¢ 40 ¢

(2-71d)
1lvd A3LNNOW 34IS

301A30 YOHONV

'NOILVOId8V 4 4314V d3ZINVATIVO 03ddId LOH 34
TIVHS 34VMAYVYH ANV 1331S IvdnlonydLls 11V (¢

N6OZL -V 30VYD 39 OL 133LS IvdNLINYlLS (¢
‘g 3AvYO ‘WO0S-V WLSV SI ONIGNL IvdNLINYLS 1V (I

(4vg O "'ON 01 d713m ANV dVvD
AON3 d73IM) M3IO0S dVvD 91N
404 Jd3AV3IYHL "ONOT ww g/
‘IdId ONOYLS-XX ¢ wWw g|

1NN HOV3 ANIH3g
SAIOA Ww G2 ISVD

(3LVd ¥43d d34IN034 9)
SAaNLs d3a13m aN3
JQILVWNOLNY wWw 0G| x 02N

o

1

*‘SJLON

3-3 M3IA

om__ S¢

S

4vg Ol "ON
17709 ¥ZWN 404

\\lm_n_OI ¢ WwW 0g 3

~
8]

JLV1d Ol Q30713M MOVL v.w__z'\
OLlHSVV LNN 'S'H e

08y x 0G1xGe Id

a-a Mm3IA
S3IT0H ¢
1504 TN — ww O oML
0¢
Ky
4\ pr— by
e O
0z SJ [0S 06 0G.0G| 62 7 N
08y 1
061
| X X2 | |'“ — [N\
0G| X OpXZ1 ¥ve = o i 3
r Y TN
s y _ ( * _
N ! 8
o NS . ~— 4vE 01 ‘ON
o
i
~ \]
(6]

S

ot

1S0d

k)

o—o)- o—of W

a

-
3

5 (23)



¢ 40 ¢
(2 - 1d)

alv13a 30171dS 11vy
1lvd G31NNOW 3AIS 40 M3IA WOLLOS

JLV1d Www Ol NI | _ | !
S3ITOH ¢ ww g1 3 _ _ _ _ ONISNL 133LS

30171dS Ivy 1y ww 9

- 32171dS 711vd LV SNOILJ3S
aIvy dO1

YIHSVYM LvT4 HLIM MIYDS
dvO WW Gp X 91N qIvd WOLL109

ONIGNL NI S370H ¢ Www 02

H3IHSVM 1V714 HLIM M3HOS

dVD wWw Gp X 9N
/@E "dAL RN —
LINANMOO T —~ N
/OOm X w_m___mo_.“um_w : // 3d1s HOV3

LNANXO0T 00G X $21x01 d

‘dAL V|K_m|
NWO11089 8 401

WO1108 '8 dOL
00G x $9x0I Td
“dAL> s 00G X £9x01 1d

5 (24)



/ N\
o
©
Te) \ NO. 15
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NOTES:

I) CONCRETE TO BE CLASS AA
2) REINFORCING STEEL TO BE GRADE 420

VERTICAL WALL
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305 mm

(MIN.)
o
4 N 9
/£ \ _ _
1 i N N [te}
N
ﬂ— | — —& 0
CLR. CLR L‘N'>
Q 1P o - -
= NO. 25 o
LONGIT. BARS 0
NO. 15 LONGIT. o
BARS (IN SLAB)
1 dl _ _
/f—NO. 15 @ 150 mm
NO. 15 @ 240 mm CTRS. o 160 CTRS. 0
oy &
o
N
® f ) ° ol3
b 0|Z
' 'y Py /) j 2
o 370
]
© 25 mm

NOTES:

I) CONCRETE TO BE CLASS AA
2) REINFORCING STEEL TO BE GRADE 420

VERTICAL WALL

(PL-3)
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TEMPORARY CONCRETE BARRIERS

Purpose and Scope

The following sets forth the DOTD's policy with regard to the installation of temporary
concrete barriers on highway construction projects. The policy is applicable to all state
and federal projects involving the temporary operation of two-way traffic on one side of a
multi-lane highway or bridge.

Policy

Temporary concrete barriers generally shall be required to separate opposing traffic flow
on interstate construction projects where shoulders exist on both sides of the lanes on
which detour traffic will be directed. Length of detour will be limited to approximately
eight (8) kilometers or less. Temporary barriers are also used to provide a positive barrier
between workers and traffic.

Temporary barriers in other situations will be considered on a case by case basis and may
be used upon written approval of the Chief Engineer.

Temporary barriers normally will not be used on non-control access highways. Barrier
placement on multi-lane bridges shall be decided on a project by project basis after
evaluation of suitable construction alternatives.

If temporary barriers are used for a bridge application, the Engineer should consider a more
rigid anchorage of the temporary barrier to the bridge deck when deemed necessary.
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BRIDGE DECKS

There are currently three types of bridge riding surfaces being used by the Department:

IJ:Ior girder deck%

1. Full Depth Cast-in-Place (slab span
2. Stay-in-Place Forms with cast-in-place concrete topping
a) Slabs - always utilize concrete panels
b) Decks
1) Precast Concrete Panels

2)  Stay-in-Place Steel Forms

3)  Grid Floor

The following standard plans or standard details relating to bridge decks should be
included in the bridge plans where applicable:

1. Slab Spans (various roadway widths and skew angles)
2. Miscellaneous Deck and Girder Details

3. Optional Deck Details

4. Grid Floor

5. Strip Seal Joint Details

! Slab defined as structural riding surface between substructure members.
2 Deck defined as structural riding surface between superstructure members.
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ROADWAY CROWNS
1. One-way traffic bridges shall have a single tangent slope of 2.5%.

2. Two-way traffic bridges shall have two-way tangent slopes of 2.5% connected by a
1600 mm parabolic crown section, except for projects utilizing slab span metric
standards which presently show a soft conversion of the crown as 1220 mm.

3. Bridge deck crowns shall match connecting roadway crowns parabolic crown
except for special cases.

1 600 .
(10 mm PARABOLIC CROWN)

. 800 _
© | HORIZ. LINE
5 THRU GRADE
& AT € ROADWAY
1
\}‘/\‘\J\

A FINISHED GRADE | 800
AS SHOWN ON —
GENERAL PLAN

s

0/0 / SL
v 2'6 > OPE 2.50/0

T T~C. ROADWAY

SKETCH SHOWING PARABOLIC CROWN
A UNLESS OTHERWISE NOTED IN PLANS
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SUPERELEVATION

Reasons for Superelevation of Curves

Centrifugal force causes a vehicle moving in a circular path to slide away from the center
of the curve. This tendency can be reduced to acceptable levels by increasing the cross
slope of the roadway surface away from the curve center sufficiently so that the vehicle
weight component parallel to the roadway surface approximates the centrifugal force
component parallel to the roadway surface.

The design of superelevation for highway curves will be in accordance with the latest
edition of A Policy on Geometric Design of Highways and Streets, AASHTO, Washington
D.C.

Definition of Terms

ACR is the abbreviation for adverse crown removed. It is where the outside travel lane is
rotated to a 0.00% cross slope and the inside travel lane remains at the normal crown cross
slope.

emax IS the symbol for the maximum superelevation rate of the roadway cross section.
Louisiana normally limits this value t010.0% for rural and 4.0% for urban roadway.

e is the symbol for rate of superelevation for the roadway cross slope and is a function of
emax, design speed, and radius of curve. Values are generally selected from Tables IlI-7 to
11 in AASHTO.

MRG is the acronym for maximum relative gradient between the profile edge of two-lane
travel way and the centerline. Its value is a function of design speed. The fractional value,
given as a ratio, is MRS, or Maximum Relative Slope. MRS values are generally selected
from Table 111-13 in AASHTO.

NC is the abbreviation for normal crown section. In tables it designates curves with radii
long enough that elimination of adverse cross slope or use of superelevation is not
necessary. AASHTO tables are based on 1.50% cross slope. The designer should be aware
that larger curve radii than that shown with NC designation may be required when using
cross slopes of 2.50%.

R stands for the radius of a horizontal curve.

RC is the abbreviation for remove crown cross section. In tables it designates curves with
radii long enough that removal of adverse cross slope and superelevating the entire
roadway at normal crown inside slope is adequate. AASHTO tables are based on 1.50%
cross slope. The designer should be aware that smaller curve radii than that with a RC
designation may be satisfactory when using a cross slope of 2.50%.
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Superelevation runoff is the general term denoting the length of highway needed to
accomplish the change in cross slope from a section with adverse crown cross slope
removed to a fully superelevated section, or vice versa.

Tangent runout is the general term denoting the length of highway needed to accomplish
the change in cross slope from a normal crowned cross section to a section with the
adverse crown cross slope removed, or vice versa.

V is the assumed design speed.

Superelevation Rotation: In order to transition from a normal crown section to a fully
superelevated section, a superelevation transition detail must be provided. The two
primary methods used in LADOTD Bridge Design for attaining superelevation for curves
are: 1) traveled way revolved about the centerline, and 2) traveled way revolved about the
low gutter [in bridges with superelevation, it is common practice to profile the gutterline
rather than the travel lane profile].

The method of rotating the traveled way about the centerline is widely used in design
because the required change in elevation of the gutterlines is made with less distortion and
it produces a balance with right-of-way taking. However, with one-half of the required
elevation change made at each gutterline, vertical clearance reduction, drainage problems
(if low gutter drops below natural ground), and driver apprehension of a dip in the roadway
due to lowering of the low gutter of the roadway must be considered.

The method of rotating the traveled way about the low gutter is frequently used and the
required change in cross section is accomplished by raising the outside gutter profile. This
method is preferable when the low gutter line profile is a major control, as for drainage or
vertical clearance above waterways. This method produces the greatest distortion of the
high gutterline profile and could result in additional right of way taking due to the increase
in fill height associated with the increase in elevation of the high gutter line.

Regardless of which method is used to superelevate the roadway surface for horizontal
curves on projects, close coordination should be maintained between the Road and Bridge
Design Sections, since the superelevation transitions usually affect both bridge and
roadway designs.
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SUPERELEVATION TRANSITION LENGTH

NORMAL TANGENT SUPERELEVATION RUNOFF

FULL

CROWN a4 RUNOUT
PT OR PC

50%-80% (70% NORMAL)
SUPERELEVATION RUNOFFJ)

—
S/r'//
—

A SUPERELEVATION

. =—-—— LEFT GUTTER PROFILE

TYPICAL VC TRANSITION¥

- € PROFILE

RIGHT GUTTER PROFILE

PROFILE USING LOW GUTTER ROTATION

NORMAL TANGENT SUPERELEVATION RUNOFF

FuLL

CROWN A& RUNOUT
PT OR PC

50%-80% (70% NORMAL) |
SUPERELEVATION RUNOFF 4)

A SUPERELEVATION

— — LEFT GUTTER PROFILE
TYPICAL VC TRANSITION¥

¢ PROFILE

T <~ —-- RIGHT GUTTER PROFILE

PROFILE USING CENTERLINE ROTATION

* VC LENGTH (METERS) = DESIGN VELOCITY (Km/h)
nc = NORMAL CROWN 5
e= RATE OF ROADWAY SUPERELEVATION

S= MAX. RELATIVE SLOPE BETWEEN THE
EDGE OF ROADWAY PROFILE AND THE

REFERENCE PROFILE.
A= OUTSIDE EDGE BEGINS TRANSITION VC/2
BEYOND THIS POINT

Rev. 10/15/99

SUPERELEVATION DEVELOPMENT
OPTIONS
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Design Considerations

1.

As a general rule, 60% to 80% of the superelevation runoff should be achieved on
the tangent prior to the PC or after the PT of the curve (70% is normal, 50% is
allowed for back to back curves).

For traveled ways wider than two lanes, adjustments should be made for lane
widths as per AASHTO. In Bridge Design, the width of shoulders is included in the
overall traveled way widths for adjustment purposes.

Angular breaks in the profile control lines should be rounded in final design by
insertion of short vertical curves with minimum lengths (meters) approximately
equal to V/5, with the design speed in kilometers per hour. These short vertical
curves should be located so that their PVC and / or PVT are located at bent
centerlines, when practical. This may require an elongation of the superelevation
diagram.

A review by graphical plots of edgelines and centerline should be made to ensure
smooth lines and to identify any flat areas. Kinks can be avoided by lengthening
curves. Inadequate roadway slope creates potential drainage hazards (one such area
is the point of adverse crown removed on a 0.00% grade bridge) that can be
reduced by minimizing the superelevation transition lengths or providing additional
drains in the area.

Bridge length, profile grade line, and superelevation rotation should all be
referenced to a common baseline when possible.

All plan sheets should be detailed consistent with the examples shown in this
manual when possible. It should be noted that the superelevation examples on the
following pages are given as a guide; they are but one interpretation of AASHTO.
For all projects, but especially the more complex, the engineer is encouraged to
apply information contained in A Policy on Geometric Design of Highways and
Streets, AASHTO, Washington D.C. to develop suitable superelevation transition
diagrams.
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Lane Factor

(adjustment for pavement width 1)

Length (L) LF
(distance from rotation line to edge of
rotated surface)
(m)
3.6 1.0
4.5 1.10
54 1.2
6.0 1.30
6.6 140
7.2 1.5
10.8 2.0
=>10.8 extrapolate

OFrom page 180, A Policy on Geometric Design of

Highways and Streets, 1994 AASHTO.

Olnterpolated value

5 (34)

Maximum Relative Slope
(between longitudinal edges of
3.6 m lane 0)
Design Speed MRS

(V) km/h
30 1:133
40 1:143
50 1:150
60 1:167
70 1:182
80 1:200
90 1:210
100 1:222
110 1:238
120 1:250

O Table 11I-13, A Policy on

Geometric Design of Highways
and Streets, 1994 AASHTO

Rev. 11/12/98



Examples

Given: V = 100 km /h

R =600m
nc = 0.025 (standard cross-slope)
emax = 10% (DOTD rural standard)
e =.078 (from AASHTO Table 111-10)
MRS =1/ 222 (from AASHTO Table I11-13)
< rise / minimum run (Value based on 2 second min. runoff length,p.177.
< (lane width*e)/minimum table runoff ~ Obtain 2-lane minimum runoff value from
<(3.6*0.078) /62 = 1:221 Table 111-10 and incorporate if geometry permits.)

Rotate about centerline

A) two 3.6 m lanes
no shoulders
L=36m (distance from rotation line to edge of rotated surface)

LF=1.0 (function of L and page 180, AASHTO)

run = rise / slope
AB = [lane * nc / MRS] * LF = 3.6(0.025) 222 (1.0) = 0.09(222) [120 m (runout)
BD = [lane * e / MRS] * LF = 3.6(0.078) 222 (1.0) = 0.28(222) [162 m (matches Table 111-10)
AD = superelevation transition length 82 m
g= rise/run=(nc +e)*L/AD = (.025+.078)3.6 / 82 = 0.004522 m/m

Remainder of the superelevation diagram geometry can be determined from the control values.
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B) four 3.6 m lanes
no shoulders

L=36*2=7.2m (distance from rotation line to edge of rotated surface)
LF=15 (function of L and page 180, AASHTO)

AB = 3.6 (0.025) 222 (1.5) [J30 m

BD = 3.6 (0.078) 222 (1.5) [194 m (matches Table 111-10)

AD = 124 m

g = (0.025+0.078)7.2 / 124 = 0.005981 m/m

C) two 3.6 m lanes
two 3.0 m shoulders

L=36+3.0=6.6m

LF=1.4

AB = 3.6 (0.025) 222 (1.4) 028 m
BD = 3.6 (0.078) 222 (1.4) 88 m
AD = 116 m

g = (0.025+0.078)6.6 / 116 = 0.005860 m/m

Rotate about low gutter

[Page 187 of A Policy on Geometric Design of Highways and Streets, 1994 AASHTO, indicates
that when rotation is about roadway edge, runoff lengths are similar to those for a centerline
rotation with the same roadway width. This is consistent with page 177 where the MRG between
profiles of edges of two-lane traveled ways is allowed to double. One way to account for this is by
using a lane factor (LF) based on an adjusted length (L’ = %2 L) when calculating the required
runoff length.]

D) two 3.6 m lanes
no shoulders

L = lanes + shoulders = 2 * 3.6 = 7.2 m (dist. from rotation line to edge of rotated surface)
L’ =%*L =%*7.2=3.6m (corrected width for determining LF for low gutter rotation)
LF=1.0 (function of L’ and page 180, AASHTO)
BC = [lane * nc / MRS] * LF = 3.6 (0.025) 222 (1.0) =0.09(222) [J20 m
CD = [lane * (e-nc) / MRS] * LF = 3.6 (0.078-0.025) 222 (1.0) [142 m

BD = [lane*e / MRS]*LF = 3.6 (0.078) 222 (1.0)= 62 m (matches Table IlI- \
10)
g = [(runout width)*nc + L(e-nc)] / BD
= [(3.6*0.025) + 7.2*(0.078-0.025)] / 62 = (.09 +.3816) / 62 =.4716 / 62 = .007606
m/m
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[Note that runoff length (BD) is independent of initial crown cross slope (we would obtained 62 m
in the above example if nc had been 0.000 or 0.015 in lieu of 0.025). Also note the “g” calculated is
the gradient associated with the allowed runoff from Table 111-10 but is dependent on initial crown.
When an initial crown exists, the preliminary gradient of BC is one half the value of the preliminary

gradient for CD (this is due to the shift in the reference rotation line from centerline to low

gutterbeyond point C, and the corresponding rise of the initial reference line beyond point C).

R untat Runoff
migh guitaer
q .
carrarling
w qut e
'l. B C [}

Thus “g” (as calculated above) is an average value. Page 184 of AASHTO states that a uniform
edge slope is desirable. When the desired relative slopes are not possible, the runout length should
be at least equal to those required for a curve with maximum superelevation where the same
relative slope for the tangent runoff and runout are retained. With this as a guideline, we can
conservatively use the average “g” as calculated above for both runout and runoff. This insures
that in all occurrences, a single gradient is used, that the runout is longer than policy minimum,
and “g” is less than the maximum.]

In our case:

runoff = [e*lane / MRS]*LF
= [0.078*3.6*222] * 1.0 = 62 m
gmax = (e*L) / runoff
= 0.078*7.2 / 62 = 0.00906 = g (=0.007606 m/m)

If we use a flatter gradient than gmaxto determine runout length, our runout length should always
be longer than minimum required. To confirm this assumption, calculate and compare the two
lengths one time.

runoutmin = (nc*runout width)/gmax
= 0.025*3.6 / 0.00906 = 9.936 m
AB = (nc*runout width) / g
= (.025 *3.6) / 0.007606 = 11.833 m = runoutmin

The remainder of the superelevation diagram geometry can be determined from the control
values.
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With our assumptions confirmed, we can reduce the steps necessary to find control values in
subsequent problems.

E) two 3.6 m lanes
two 3.0 m shoulders
L = lanes + shoulders = 2 * (3.6 + 3.0) = 13.2 m
L’ = %*L = 5* 13.2 = 6.6 m (corrected width for determining LF for low gutter rotation)
LF=1.4 (function of L’ and page 180, AASHTO)

BD = [e*lane / MRS]*LF = 0.078(3.6) 222(1.4) =88 m
g = [(runout width)*nc + L(e-nc)] / BD

= [(3.6+3.0)*0.025 + 13.2*(0.078-0.025)] / 88

= (0.165 + .6996) / 88 = 0.8646 / 88 = 0.009825 m/m
< e*L/BD = (0.078*13.2) /88 = .0117 okay

AB=BC=[(nc* runout width) / g] = [0.025*(3.6+3.0) /0.009825] =0.165 /0.009825
= 16.79 m
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BRIDGE DECK DRAINAGE

1. On concrete slab span and precast-prestressed concrete girder span bridges, 150
mm diameter deck drains are typically provided along low gutter lines on 3000 mm
centers. Spans directly over railroads, roadways, or embankments do not have
these drains. On steel bridges, the need for drains is investigated, and when
required, drains, which extend their outlet to below the low steel, are used. Design
of drains such as scuppers may be found in the Bridge Deck Drainage References,
November 1989, DOTD Hydraulics Section and the Hydraulic Engineering Circular
No. 21, May 1993, Publication No. FHWA-SA-92-010.

2. Structures with significant vertical curves or which incorporate higher embankments
(=3000 mm above natural ground elevation) and have large deck drainage areas
(=250 m?2) are susceptible to embankment erosion and should incorporate bridge
end drains where needed.
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* THE DIAGONAL MARKINGS ARE INTENDED FOR
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NUMBER OF
SHOULDER | yhmBER OF MULTI-LANE FACILITILES. SEE STANDARD
WIDTH WRKERS B PLAN PM-O1-M FOR MORE DETAILS.
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DESIGN CRITERIA FOR CONCRETE SLAB SPANS

1. Live load moment shall be based on AASHTO 3.24.3.2 for "E". Both truck and
approximate moment shall be calculated. The concrete slab shall be designed for
whichever moment is greater.

2. All concrete slab spans with the clear roadway width > 12 m shall be designed for
military live load.

3. Load Factor design shall be used in determining the reinforcing steel in the slab to
resist the barrier rail design load only when a crash tested model can not be used.

4, Wearing surface, 600 N/m?2

DESIGN CRITERIA FOR CONCRETE BRIDGE DECKS

For the vast majority of girder bridges, the decks are designed and built as reinforced
concrete. An alternate, incorporating the use of precast stay-in-place concrete panels,
which become composite with a cast-in-place portion of deck, is allowed under some
circumstances. Steel stay-in-place forms may be allowed on a case for case basis for use
on steel girders only. Loads and stress analysis are as specified by AASHTO and as
modified herein.

Analysis

1. The deck is designed as a continuous span over the girders.

2. The Department has chosen to satisfy both working stress and load factor
requirements. For working stress design the slab will be designed as doubly
reinforced concrete slab with the main reinforcement perpendicular to traffic.

3. The ultimate 28 day compressive strength for the deck concrete (Class AA) shall be
24 MPa minimum. An allowable stress of 9.0 MPa shall be used for the working
stress method.

4, All steel shall be 420 grade bars.

5. Since the primary stress in the deck is due to live load+impact, the creep factor
applied to compression reinforcement shall be neglected.

6. A 600 N/m? dead load will be assumed for future wearing surface.

7. Modular Ratio: n = 9 will be used for the design.
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10.

Reinforcement shall meet the development requirements as stated in AASHTO.

The distribution reinforcement indicated in the charts shall be placed in the bottom
of the deck.

Design section shall equal slab thickness less 15 mm for section loss due to tire
wear.
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Deck Design Details

10.

Deck thickness shall vary from a minimum of 180 mm to a maximum of 220 mm in
20 mm increments. Optional deck panels will not be allowed as an alternate for
180 mm decks. Any deck thickness other than 200 and 220 mm, shall be
considered a special case, and will have to be approved by the Bridge Design
Engineer.

A suggested pouring sequence for continuous spans is to be provided for spans over

25 m in length, giving the minimum rate of pour in cubic meters per hour. The
necessary information should be added to the "Miscellaneous Span and Girder
Details” sheet 1 of 3. The pouring sequence is based on a 4 hour set time and
attempts to minimize cracks in the top of the deck. Try to break the deck into
segments at contraflexure points and pour positive moment areas first unless a
continuous pour across the support is possible.  See Louisiana Standard
Specifications article 805.03(d) and limit rate to 45 m? per hour.

Reinforcing steel shall have 50 mm cover at the top of the slab, and 25 mm cover at
the bottom of the slab.

Main reinforcing bars shall be #15, or #20 and be placed as near perpendicular to
the girders as possible.

Longitudinal reinforcing bars shall be #10, unless a larger size is needed for
continuity over the bents. The top plane of longitudinal steel shall have a maximum
spacing of 300 mm center to center.

All bars greater than #10 will have a detailed maximum length of 18.0 m unless
spliced. #10 bars shall be limited to 12.2 m in length for handling purposes.

Main reinforcing steel shall have a minimum spacing of 120 mm and not greater
than the gross deck thickness plus 5 mm.

Interpolation of reinforcing steel in deck design table will be allowed only between
two sets of identical bar size.

150 mm diameter drains should not be used directly above lower travel lanes, R.R.
tracks or abutment slopes, even if revetment is present.

Optional deck panels are restricted from use in areas with severely skewed joints
(see optional deck panel sheets for geometric limits). On bridges in curves or
variable width roadways, the contractor may be allowed to use panels if he provides
an independent check of his design and review of all shop drawings at no additional
cost.
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11.

12.

13.

14.

When the use of stay-in-place concrete panels will be allowed, the standard detail
sheets will be incorporated into the plans and the general note sheet shall include
the item "Optional Deck Details: Precast-prestressed concrete panels conforming to
the optional deck detail sheets may be used at the contractor’s option."

Stay-in-place steel forms will be allowed as an option to the contractor for deep
widely spaced plate girders or box girders. The steel panels shall be galvanized in
accordance to ASTM A 653M, Z 900 (450 g/m2 coverage or 64 um thick each face)
and not increase the dead load from the deck concrete.

In order to combat the corrosive effects of salting on primary routes in Districts 04 and
05, as listed below, epoxy coated reinforcing steel shall be required as follows:
a) All superstructure reinforcing steel, top and bottom mattes.

b) All reinforcing steel used in bridge barrier rails and bridge sidewalks.

In addition, the engineer should contact District 04 or 05 to verify if deicing is
practiced on a particular structure in an unlisted control section. Galvanized
reinforcing steel may be substituted wherever epoxy coated reinforcing steel is
required.

Control Sections in Districts 04 and 05 requiring epoxy coated concrete reinforcing
steel:

1-01 to 1-09 37-01 to 37-04 83-01 to 83-06
2-01 to 2-06 38-03 & 38-04 & 38-30 85-07

10-02 to 10-03 43-01 to 43-06 86-01 & 86-02
10-05, 10-06 & 10-33 44-01 to 44-03 87-02

11-01to 11-04 45-01 & 45-03 & 45-30 98-02

15-08 & 15-31 48-01 124-03

16-01 to 16-05 49-01 156-01 to 156-03
20-06 to 20-09 51-04 to 51-08 420-01

21-01 to 21-05 & 21-30 53-06 to 53-09 427-01

23-06 & 23-09 to 23-11 67-07 to 67-09 451-01 to 451-08
25-05 to 25-08 69-02 to 69-04 451-30 & 451-31
26-08 to 26-10 70-01 to 70-07 455-07 & 455-08
27-01 to 27-06 72-01 to 72-02 809-08

The term control section refers to a section of highway and is designated by the first

two digit groupings of a construction project number, for example:

Project No. 156-02-0053

Tension development length modification factors for epoxy reinforcing steel must be

used. See AASHTO 8.25.2.3
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15.  When epoxy reinforcing steel is specified, separate quantities will be computed for
the epoxy and non-epoxy reinforcing steel, and a separate bid item shall be
included in the plans for the epoxy coated reinforcing steel.
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Deck Design Table (hard metric conversion)

Straight reinforcing steel (400 MPa), AA concrete (24MPa)

Slab thickness Maximum Main Reinforcement No. of #10 bars in
(mm) Design Span Bar Bar spacing bottom mid half
(mm) No. (mm) of span
2663 20 140 20
2465 20 160 16
2426 15 120 14
180 mm* 2304 20 180 13
2219 15 140 11
1938 15 160 9
1706 15 180 7
3813 20 120 30
3505 20 140 25
3261 20 160 21
200 mm 3034 15 120 17
2708 20 200 14
2621 15 140 13
2297 15 160 10
2035 15 180 8
1818 15 200 7
4675 20 120 33
4224 20 140 27
3768 20 160 23
220 mm 3397 20 180 19
3088 20 200 16
2989 15 140 15
2826 20 220 13
1. Slab thickness shown above includes 15 mm of wearing surface
2. Bar spacing is measured center to center
3. Minimum main bar spacing shall be 120 mm.
4. Design Load includes a future wearing surface of 600 N/m2 = [12 psf]
5. Design spans that are bold type are preferred for a given slab thickness and should provide the

most economical design. Others may be used by the designer if special conditions warrant such use.

6. Bars in the bottom outer fourth of span=bars in mid half/4.

* Requires approval from the Bridge Design Engineer, see item 1 under Deck Design Details.
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Deck Design Table (soft metric conversion)

Straight reinforcing steel (420 MPa), AA concrete (24MPa)

Slab thickness Maximum Main Reinforcement No. of #13 bars in
(mm) Design Span Bar Bar spacing bottom mid half

(mm) No. (mm) of span
2552 19 145 14
2369 19 165 11
2218 19 185 9

180 mm ¥ 2167 16 145 8
1931 16 165 7
1705 16 185 5
3649 19 125 21
3366 19 145 17
3138 19 165 15

200 mm 2881 19 185 12
2613 19 205 10
2600 16 145 10
2288 16 165 8
2033 16 185 6
1822 16 205 5
4482 19 125 23
4057 19 145 19
3628 19 165 16

220 mm 3276 19 185 14
2982 19 205 11
2966 16 145 11
2733 19 225 9

o > oo

Bar spacing is measured center to center

Minimum main bar spacing shall be 120 mm.

Slab thickness shown above includes 15 mm of wearing surface

Design Load includes a future wearing surface of 600 N/m2 =~ [12 psf]

Design spans that are shaded are preferred for a given slab thickness and should provide the most

economical design. Others may be used by the designer if special conditions warrant such use.

6. Bars in the bottom outer fourth of span=bars in mid half/4.

3 Requires approval from the Bridge Design Engineer, see item 1 under Deck Design Details.
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DESIGN CRITERIA FOR DECKS OF MOVABLE BRIDGES

Vertical Lift Spans

1. Span < 30 m: Use 165 mm concrete deck

2. Span = 30 m: An economic determination shall be made between a grid floor half
filled and a 165 mm solid concrete deck. This study shall include the additional
machinery and hardware requirements necessary to lift the bridge.

3. Spans, in which ADT requires an extra heavy grid floor, the economic investigation
shall be made with a regular steel grid half filled with concrete above.

Swing Spans

1. In general an open steel grid floor shall be used, however, half filled with concrete
and a larger counterweight must be investigated.

2. Pivot castings shall be standardized for short, medium, and long spans such that the
molds can be reused.

STEEL GRID FLOORS

Steel grid floors are made up of steel plates (bars) or special rolled shapes welded together
to form an open grid. The plates subject to main flexural stresses are referred to as bearing
bars. The plates perpendicular to the bearing bars provide lateral support and distribution
of the load to the bearing bars and the shallower bars between and parallel to the bearing
bars provide more uniform surface respectively. Loads and stress analysis are as specified
by AASHTO.

Commentary

Steel grid floors are generally used in movable bridges to minimize the weight of the
movable span’'s deck. This in turn reduces the load requirements on the machinery
required to perform the movement operations.

Commercial types of open grid flooring are fabricated from plates or special rolled shapes,
and should conform to Standard Plan GF-1 or GF-2. One of these open grid standards shall
be used on all grid-flooring applications.

Analysis

1. 1. Grid flooring shall be designed as continuous over stringers or girders parallel to
the centerline of the roadway.

2. Use heavy-duty grid floor when ADT is high (ADT=7000).
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3. Use half-filled grid floor in the first bay on the long cantilever of swing span bridges
to protect machinery below if weight is critical.

4. Grid floors are available in ASTM A 709 Grade 250, 345, and 345 W steels. The
design span will determine the type used.

Design Details

1. The merits of alternate open grid floor systems should be investigated in terms of
the basic AASHTO Specifications.

2. Bearing bars shall be perpendicular to the stringers or girders and welded to the top
flange of the same at each juncture.

3. If two or more coats of paint are required on the grid floor, the cost to galvanize is
more economical and should specified.

4, For 165 mm concrete decks, incorporate 38 mm clear cover for reinforcing steel,
top and bottom

DECK JOINT

The discussion herein will pertain to deck joints for girder span bridges, as slab span joints
are in accordance with the standard plans for slab span bridges.

For prestressed girder spans there are two types of joints currently being used; open joints
and strip seal joints. Open joints are used at intermediate bents in rural areas and for
stream crossings in urban areas where aesthetics is not as critical. For urban overpasses
and interchanges exposed to the public view, strip seal joints are used to prevent unsightly
staining and debris accumulation from drainage effluent. Strip seals are used at all end
bents to prevent erosion. Both strip seal and open joints are capable of handling the
expansion of up to 80 m of prestressed girder span (75 mm maximum opening). For a
single continuous span unit in which all of the expansion occurs at the abutments, the
distance between joints could theoretically be doubled, however, bent restraint must be
taken into account at continuity bents with span fixity.

All steel girder spans will have sealed joints. Strip seal joints are capable of handling the
expansion of up to 56 m of steel girder span. (A 112 m continuous unit can be handled if
abutments are at each end with the unit fixed at mid-point.) For longer spans, finger joints
will generally be employed with a trough (at 8% minimum slope) provided to divert the
drainage away from the steel superstructure. Generally thick finger plates without
stiffeners are more desirable than thinner plates with stiffeners, as the thick plates add more
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inertia to the joint as well as provide a better detail for fatigue resistance. For finger joints
on curved girder spans, the designer is advised to refer to the AASHTO’s "Tentative Design
Specifications for Horizontally Curved Highway Bridges"” regarding the orientation of the
fingers and the bearings. Joints shall be furnished in one piece without butt welds unless it
is impractical due to plate length availability, in which case only one shop butt weld will
be permitted.

The Bridge Design Engineer must approve the use of prefabricated or modular expansion
joints in lieu of finger joints.

The use of steel reinforced elastomeric joint seals is prohibited.

In gore areas of new construction or in severely skewed spans, portions of the joint may
have severe kinks and the designer is advised to confer with the joint manufacturer to
insure a proper fit of the strip seal.

Open joints shall be in accordance with the "Miscellaneous Span and Girder Details"”, and
strip seals shall be in accordance with the "Strip Seal Joint Details”. The design of the gap
setting of open joints is similar to strip seals.

Assume the normal installation temperature for finger joints is 20°C. The project engineer
should adjust the opening when the temperature in the structure differs from normal by more
than 8°C. The design should use a factor of safety of 2 for overlap and for opening.

Design Criteria for Strip Seals

1. Span length "L" equals the expansion distance. In some instances it will equal the
length of the particular continuous span unit in question. In other cases it will equal
the distance between the assumed points of fixity of two consecutive continuous

span units.

2. TEMPERATURE RANGE (°C) RISE FALL
Concrete Girders 17° 22°
Steel Girders 34° 34°

COEFFICIENT OF THERMAL (°C)
EXPANSION

CONCRETE = 0.0000108
STEEL = 0.0000117

3. SHRINKAGE AND PRESTRESS CREEP

20.833 mm per 100 m for PRESTRESSED GIRDERS
10.417 mm per 100 m for STEEL GIRDERS
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4, JOINT OPENING MINIMUM OPENING MAXIMUM OPENING

MAX. TEMPERATURE 25 mm

MIN. TEMPERATURE 75 mm
(The 25 mm criteria may be violated if long term shrinkage and creep are
considered.)

5. Generally, only 100 mm (4 inch) strip seal glands will be used in all strip seal joints,
regardless of the actual movement. Therefore, strip seal design will simply be a
matter of setting the joint opening at installation temperature, using the criteria
listed above.

Design Example: Prestressed Concrete Girder Spans

A series of 4-span continuous units, with 20 m spans

1. L=80m

2. Thermal movement
17°C rise (expansion)
= 17 x (0.0000108) x L
= 0.00018 x L
= 14.4 mm

22° C fall (contraction)
= 22 % (0.0000108) x L
= 0.00024 x L
=19.2 mm

3. Installation dimension
25.0 mm (min.) + thermal expansion
=25.0mm + 14.4
= 39.0 mm

4., Creep and shrinkage
= (20.833 mm +100 m) (m +1000 mm) x L
= 0.00021 x L
=16.7 mm

5. Max. opening << 75 mm

= installed dimension + [creep and shrinkage + thermal contraction]
= 39.0 mm + 16.7 mm + 19.2 mm
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=749 mMm << 75 mm
O O.k.

EQUATION FOR CHECKING THE MAXIMUM JOINT OPENING

Amay = (0.00018xL) + [(0.00024 x L) + (0.00021 x L)] << [75 mm - 25 mm]
= 0.00063 x L << 50 mm
L < 80 m concrete

Design Example: Steel Girder Spans

A series of 50 m simple spans

1. L=50m

2. Thermal movement
34°C rise (expansion)
= 34*(0.0000117) x L
= 0.0003978 x L
=199 mm
34°C fall (contraction)
=19.9 mm

3. Installation dimension
25 mm (min.) +thermal expansion
=25mm + 19.9 mm
= 45.0 mm

4, Deck shrinkage
= (10.417 mm +100m) % (m +1000mm) x L
= 0.0001042 x L
=52mm

5. Max opening < 75 mm
= installed dimension + [deck shrinkage + thermal contraction]
=450 mm + 5.2 mm + 19.9 mm
=70.1 mm << 75 mm
0 O.k.

EQUATION FOR CHECKING THE MAXIMUM JOINT OPENING

Amay = 0.0003978 x L +[(0.0003978 x L) + (0.0001042 x L)] << [75 - 25 mm]
= 0.0009 x L < 50 mm
L<<56m

5 (55)



	DESCRIPTION OF SUPERSTRUCTURE TYPES
	BRIDGE RAILING
	HISTORY
	THE 1989 GUIDE SPECIFICATION
	AASHTO LRFD BRIDGE SPECIFICATIONS
	LOUISIANA PRACTICE
	SELECTION AND DESIGN CRITERIA
	Miscellaneous Details
	Bridges in Urban Areas
	F-Shape, (PL-2)
	Median Barrier (Bridge), (F-Shape- PL-2)
	Median Barrier (Bridge), (F-Shape- PL-3)
	Median Barrier (Bridge), (Vertical Wall- PL-2)
	Median Barrier (Bridge), (Vertical Wall- PL-3)
	Median Barrier, (F-Shape) (Steel)
	New Jersey Shape, (PL-2)
	Railing/Sidewalk, (PL-1)
	Railing/Sidewalk, (PL-2)
	Side Mounted Rails, (PL-2)
	Vertical Wall, (PL-2)
	Vertical Wall, (PL-3)

	TEMPORARY CONCRETE BARRIERS
	Purpose and Scope
	Policy


	BRIDGE DECKS
	ROADWAY CROWNS
	SUPERELEVATION
	Reasons for Superelevation of Curves
	Definition of Terms
	Design Considerations
	Examples
	Superelevation Development Options  (Sample Plan Sheets)

	BRIDGE DECK DRAINAGE
	PAVEMENT MARKERS ALONG BRIDGE SHOULDERS
	DESIGN CRITERIA FOR CONCRETE SLAB SPANS
	DESIGN CRITERIA FOR CONCRETE BRIDGE DECKS
	Analysis
	Deck Design Details
	Deck Design Typical Sections

	DESIGN CRITERIA FOR DECKS OF MOVABLE BRIDGES
	STEEL GRID FLOORS
	DECK JOINT

	PRESTRESSED GIRDERS
	
	Applicable Standard Drawings

	PRESTRESSED GIRDERS WITH DEBONDED STRANDS
	Introduction
	Commentary
	Analysis
	Design Details
	Chart of Span Range Limits for Prestressed Girders
	Dimensions and Properties of Prestressed Girders
	Strand Pattern Templates Details
	Strand Properties Table
	Type I-IV (End & Intermediate Diaphragms)
	Diaphragm Details  (Type BT End and Intermediate Diaphragms)
	Diaphragm Details  (Type I through IV Continuity Diaphragms)
	Diaphragm Details  (Type BT Continuity Diaphragms)
	Diaphragm Reinforcing Steel Details  (Type I through BT)
	Diaphragm Connection Details at Continuity Plugs
	Diaphragm Concrete Quantities (Type I-BT, End & Intermediate Diaphragm)
	Diaphragm Concrete Quantities (Type I-BT, Continuity Diaphragm)


	GENERAL GUIDELINES FOR STEEL SPANS
	ANALYSIS
	DETAILING
	Haunch Details for Steel Girders
	Stiffeners (Elevation View)
	Stiffeners, (Typical Sections Through Girder)
	Stiffeners, (Lateral Connection Plate at Transverse Stiffeners)
	Stiffeners, (Longitudinal Stiffeners)(Plan View)
	Inspection Handrail for Steel Girders
	Cross Frames Diaphragms

	DIAPHRAGM CONFIGURATIONS
	
	“X” FRAMES  ANGLES OR TEES

	Cross Frames (Typical Details)
	Cross Frames (Typical Skewed Diaphragm Connections)

	STEEL GIRDER OPTIMIZATION
	FATIGUE DESIGN OF STEEL STRUCTURES
	Introduction
	Commentary
	Analysis and Details

	FRACTURE CRITICAL MEMBERS
	Introduction
	Commentary
	Identification
	Two-Girder Systems
	Box Girder Bridges, Single Box Design
	Steel Caps
	Truss Bridges
	Suspended Span Bridges, Two-Girder Systems
	Analysis
	Details

	GUIDELINES FOR WEATHERING STEEL DESIGN
	Scupper Drain Details


	BEARINGS
	�RECTANGULAR NEOPRENE BEARING DESIGN

	CONCRETE
	
	Design  (Method A)


	CORROSION PROTECTION METHODS
	GENERAL
	Fly ash
	Microsilica
	Calcium Nitrite



